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The Ports of Long Beach, Los Angeles, and Oakland have 
jumped ahead of us by posting their October container trade 
tallies. At Long Beach, inbound numbers rose by 14.3% from 
a year ago, an increase of 42,302 TEUs, while outbound 
numbers dipped by 0.5% or -620 TEUs. At Los Angeles, 
inbound traffic was down 8.1% or -33,926 TEUs, while 
outbound shipments declined by 13.3% or -22,196 TEUs. So, 
collectively, the two San Pedro Bay ports registered a slender 
1.2% increase in inbound TEUs (+8,376 TEUs) but a 7.8% 
(-22,816 TEUs) fall in outbound trade. That, remarkably, gives 
rise to a believe-it-or-not moment: While America’s largest 
maritime complex handled 14,400 fewer loaded TEUs this 

October than last, up in British Columbia tiny Port of Prince 
Rupert saw a 17,142 year-over-year jump in loaded TEUs.

Inbound loaded container traffic in September. The five 
major U.S. West Coast (USWC) container ports – Los 
Angeles, Long Beach, Oakland, Tacoma, and Seattle 
– collectively handled 70,751 more inbound TEUs in 
September than they did in September 2016 for a year-over-
year gain of 8.0%.  Further growth was stymied by a 15.3% 
(-21,141 TEUs) fall-off in inbound traffic at the Northwest 
Seaport Alliance Ports of Seattle and Tacoma. Oakland 
recorded a 12.6% jump (+8,823 TEUs) from last September.  

Continued

Parsing the September 2017 
Loaded TEU Numbers

Exhibit 1 September 2017 - Inbound Loaded TEUs at Selected Ports

Sep 2017 Sep 2016 % Change Sep 2017 YTD Sep 2016 YTD % Change

Los Angeles 388,670 388,959 -0.1% 3,483,521 3,296,169 5.7%

Long Beach 366,298 282,945 29.5% 2,859,243 2,603,655 9.9%

Oakland 79,135 70,307 12.6% 687,705 664,151 3.5%

NWSA 116,589 137,730 -15.3% 1,039,475 1,017,165 2.2%

NYNJ 287,753 254,033 13.3% 2,528,349 2,377,133 6.4%

Philadelphia 22,077 18,149 21.6% 207,279 174,081 19.1%

Maryland 39,607 33,059 19.8% 353,491 318,628 10.9%

Virginia 109,716 100,229 9.5% 923,627 861,227 7.2%

South Carolina 79,150 74,009 6.9% 717,555 660,272 8.7%

Georgia 166,885 146,552 13.9% 1,395,162 1,246,786 11.9%

Jaxport 24,064 25,756 -6.6% 218,984 189,485 15.6%

Port Everglades 25,668 26,899 -4.6% 268,233 251,155 6.8%

Miami 38,587 40,537 -4.8% 391,034 397,041 -1.5%

New Orleans 14,183 18,711 -24.2% 180,063 196,869 -8.5%

Houston 113,804 83,371 36.5% 795,315 650,899 22.2%

Vancouver 151,635 132,375 14.5% 1,254,265 1,126,579 11.3%

Prince Rupert 48,521 35,385 37.1% 389,522 339,238 14.8%

Manzanillo 104,416 100,889 3.5% 925,092 846,206 9.3%

Lazaro Cardenas 57,518 48,963 17.5% 416,496 394,448 5.6%
Source Individual Ports
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North of the border, Vancouver and Prince Rupert 
combined to post a robust 19.3% gain (+32,396 TEUs). 

On other coasts, the ports we track mostly posted solid 
year-over-year gains in September, despite weather 
disruptions. Virginia was up 9.5% (+9,487 TEUs). Maryland 
was up 19.8% (+6,548 TEUs) over September 2016. 
Remarkably, Houston’s import traffic soared in September 
by 36.5% (+30,433 TEUs). While the Georgia Port Authority 
reported a 13.9% gain (+20,333 TEUs), the South Carolina 
Port Authority recorded a 6.9% increase (+5,141 TEUs). 
Florida’s ports fared less well. East Coast ports have been 
benefiting from more all-water trade from Asia, but also 
from growing transatlantic trade with recently resurgent 
European economies. 

On the export loaded TEU side, the Big Five USWC 
ports handled 24,767 fewer outbound loaded TEUs this 
September than they had a year earlier, a decline of 5.8%. 

Only, the Port of Long Beach (+4.1% or +4,953 TEUs) saw 
export growth.  Meanwhile, the two British Columbia ports 
saw their outbound trades slip by 6.5% (-8,026 TEUs).  
The two Pacific Coast Mexican ports we track saw a 
1.3% rise (+1,151 TEUs) in September exports. East/Gulf 
Coast ports were mostly down except for a 7.1% (7,569 
TEUs) increase at the Port of New York/New Jersey and 
more modest gains at Maryland (+2.0% or +360 TEUs) 
and South Carolina (3.6% or +2,259 TEUs). As with their 
import trades, the Florida ports saw double-digit declines 
in outbound TEUs.   

Looking at U.S. Commerce Department value and weight 
trade statistics, USWC ports recorded a meager 0.6% 
year-over-year rise in containerized import tonnage in 
September. As a result, the USWC share of mainland U.S. 
containerized import tonnage fell to 38.5%, a drop from 
their 40.7% share in August and from an identical 40.7% 
share in September 2016.  At the San Pedro Bay Ports of 

Parsing the September 2017 Numbers  Continued

Exhibit 2 September 2017 - Outbound Loaded TEUs at Selected Ports

Sep 2017 Sep 2016 % Change Sep 2017 YTD Sep 2016 YTD % Change

Los Angeles 128,446 145,096 -11.5% 1,424,938 1,309,837 8.8%

Long Beach 125,336 120,383 4.1% 1,080,554 1,158,899 -6.8%

Oakland 74,353 76,356 -2.6% 686,428 694,464 -1.2%

NWSA 76,989 88,056 -12.6% 693,947 713,579 -2.8%

NYNJ 113,739 106,170 7.1% 1,043,405 1,009,999 3.3%

Philadelphia 25,187 18,573 35.6% 213,299 176,162 21.1%

Maryland 18,514 18,154 2.0% 179,225 175,031 2.4%

Virginia 76,794 81,902 -6.2% 748,886 736,249 1.7%

South Carolina 64,857 62,598 3.6% 599,091 554,805 8.0%

Georgia 96,320 103,217 -6.7% 1,012,472 962,397 5.2%

Jaxport 29,383 33,874 -13.3% 298,430 285,895 4.4%

Port Everglades 32,218 38,651 -16.6% 320,931 304,647 5.3%

Miami 35,838 38,803 -7.6% 383,728 384,141 -0.1%

New Orleans 21,065 20,187 4.3% 221,584 207,224 6.9%

Houston 73,015 72,335 0.9% 726,005 697,073 4.2%

Vancouver 86,045 94,071 -8.5% 821,884 809,181 1.6%

Prince Rupert 13,132 11,947 9.9% 117,106 123,284 -5.0%

Manzanillo 66,424 60,366 10.0% 581,801 517,265 12.5%

Lazaro Cardenas 17,992 15,787 14.0% 154,395 170,246 -9.3%
Source Individual Ports

Continued
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Exhibit 3  September Year-to-Date Total TEUs (Loaded and Empty) Handled at Selected Ports
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Los Angeles and Long Beach, the share of U.S. mainland 
containerized import tonnage in September was 28.9%, 
down from 31.1% in August and from 29.7% a year earlier. 

By declared value of containerized imports at U.S. mainland 
ports, USWC ports held a 49.1% share in September, down 
from 50.1% in August and from a 50.2% share in September 
of last year.  At the Ports of Los Angeles and Long Beach, the 
combined share of the value of mainland U.S. containerized 
imports in September was 38.7%, down from 39.5% in 
August but up from 38.3% last September.  

By declared weight of containerized exports, USWC ports 

saw a 1.6% drop in tonnage from September 2016. USWC 
ports’ share in September stood at 36.3%, down from 
38.9% a month earlier and down substantially from their 
41.5% share in September 2016.  

By declared value, USWC ports had a 33.3% share 
of containerized shipments from mainland ports in 
September, down from 34.3% in August and from 35.6% 
a year ago.  The Los Angeles/Long Beach port complex 
saw its share of the value of containerized exports 
from mainland ports decline to a new low of 21.5% in 
September, down from a 22.9% share in August and a 
23.2% share a year earlier.

Parsing the September 2017 Numbers  Continued
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The Transpacific Trade. Now looking solely at U.S. 
containerized trade with the economies of East Asia, 
USWC ports’ share of the declared weight of the contents 
of containerized imports arriving at mainland ports from 
East Asia dropped sharply to 56.9% from 59.3% in August 
and from an ever higher 59.8% share in September 2016.  
September’s share of import tonnage was the lowest in any 
month since the dock slowdown during the winter of 2014-
2015. The coastwide decline was primarily attributable 
to a plummeting import trade at the Port of Tacoma, 
which saw a 35.4% year-over-year fall-off in containerized 
import tonnage. On a more positive note, the Ports of 
Long Beach and Los Angeles saw their combined share 
of containerized import tonnage in September edge up 
slightly to 45.4% from 45.3% a year earlier. 

By declared value of containerized imports from East 
Asia at mainland ports, USWC ports held a 66.7% share in 
September, down from 69.0% in August and from 68.7% in 
September 2016.  

For containerized exports to East Asia from mainland 
ports, the USWC share by declared weight tumbled to 
55.4% in September, down from 63.0% in August and from 
61.7% in September 2016. On a value basis, the USWC 
share in September also dropped to 63.9% from 68.5% in 
August and from 67.9% last September. 

Worldwide Destinations and Origins. By declared 
weight, China is by far the biggest destination of USWC 
containerized exports with a 31.7% share in September, 
down from its 34.9% share a year ago.  Japan was second 
with a 12.1% share, down from 12.3% a year earlier.  South 
Korea held a 10.1% share, up from 9.7% last year. Taiwan 
saw its share grow to 8.4% from 8.1% last September, 
while exports to Indonesia rose to a 5.7% share of USWC 
exports from 3.5% a year earlier. 

China dominated the containerized import trade via USWC 
ports with a 56.2% share in September, up from a 54.2% 
share in September 2016. Japan accounted for 5.0% of 
import tonnage, off marginally down from 5.1% share a 
year earlier. Trailing behind were Vietnam (4.5%, up from 
4.1%), Taiwan (steady at a 4.1% share), and South Korea 
(3.9%, down from 4.0%).

NWSA Woes. The Northwest Seaport Alliance Ports 
of Tacoma and Seattle continued to underperform in 
September. Statistics compiled by the Pacific Maritime 
Association show widely varying patterns for the two 
ports. At Seattle, PMA figures show a 15.8% (+7,227 
TEUs) increase in inbound loaded containers over last 
September but a 26.2% drop (-22,795 TEUs) year-over-
year slide at Tacoma. Likewise, Seattle’s outbound trade 
was up 20.3% (6,592 TEUs) while Tacoma was down 
18.6% (-13,454 TEUs). U.S. foreign trade statistics reveal 
a similar dichotomy in terms of the declared weight of 
foreign shipments moving through the two ports. Seattle’s 
imports were up 31.3% over September 2016, while 
its containerized export tonnage rose 10.7%. Tacoma, 
meanwhile, handled 33.5% less import tonnage and 15.9% 
less export tonnage in September than it had a year earlier. 

About that anxiety over recyclable exports. Those Chinese 
restrictions on imports of scrap paper, metals, plastics, 
and other recyclables have already begun to bite into 
containerized exports from West Coast ports. Shipments 
of scrap paper (HS 4707) are of greatest concern because 
it has been filling so many backhaul containers. While 
the restrictions do not officially kick in until next year, 
containerized HS 4707 exports to China in September 
were down 17.4% by weight from the same month last 
year. This is significant because, at times this year, scrap 
paper shipments have accounted for as much as 45.3% 
of containerized tonnage shipped to China from USWC 
ports. Chinese restrictions aimed at improving the quality 
of scrap imports are also affecting trade in recyclable 
plastic. Shipments of HS 3915 (Waste, Parings, and 
Scrap of Plastics) were down 42.9% in September from 
a year earlier. Those hoping that China’s restrictions on 
scrap imports might prove relatively short-lived or that 
their impact may be relatively mild should consider what 
has happened to exports of distiller’s dried grains (DDG) 
following the determination by the Chinese Ministry of 
Commerce in September 2016 that U.S. exporters were 
dumping DDG at unfairly low prices. DDG shipments, 
which accounted for 15.1% (by weight) of all USWC 
containerized exports to China as recently as 2014, 
have accounted for just 1.8% of USWC containerized 
shipments to China in the first three-quarters of this year.

Parsing the September 2017 Numbers  Continued
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It is a near convention of academic research papers that 
requires the author(s) to end with a call for more research. 
In most instances, it’s to advertise a desire for additional 
grant money to advance the frontiers of knowledge. In 
others, it’s a tacit admission that the author(s) bit off 
more than he/she/they could chew and are looking for 
others to rescue the project.  

The latter seems to be the case with the final iteration of 
the 2017 Clean Air Action Plan (CAAP) released by the 
Ports of Los Angeles and Long Beach on October 23 and 
then cavalierly solemnly approved by the commissioners 
of both ports at a joint meeting on November 2.  

For starters, there is the addendum to the CAAP’s section 
on “Economic and Workforce Considerations” which 
admits – for all intents and purposes – that there is 
precious little empirical information with which to weigh 
the CAAP’s economic and workforce considerations. 
Here’s one illuminating passage:

“Of note, the CAAP is a high-level planning document and 
does not contain details on implementation, timing, or dollar 
amounts for proposed incentives or rate-based disincentives. 
Without these details, it is difficult to construct a robust 
economic analysis with any certainty. [Emphasis worrisomely 
added.] As such, this document assesses economic 
effects only at a high level. As specific CAAP strategies are 
implemented over the coming years, the Ports will conduct 
more thorough economic analyses. 

To that end, this document does not:

•  Contain a detailed economic impacts analysis of 
individual CAAP 2017 strategies,

•  Evaluate appropriate pricing levels for incentives or rates,

•  Conduct a cost-benefit analysis of CAAP 2017; in other 
words, this assessment does not purport to determine the 
net effect of the CAAP 2017 strategies on the industry or 
public health.”

Okay, I’m an economist, not a spiritualist or even an 
evangelist for clean air. But what, for heaven’s sake, 
does the CAAP do if it head-fakes its way past concrete 

economic issues? Certainly, the CAAP approved by the 
ports’ powers-that-be earlier this month does little to lay 
to rest concerns that had been repeatedly voiced about 
the draft CAAP circulated for comment this summer. 

One of those concerns was that the strategies 
could adversely impact the San Pedro Bay ports’ 
competitiveness and the jobs of those who work in 
Southern California’s maritime supply chain. 

The response: “The final version of the CAAP Update 
includes a new CAAP guiding principle affirming our 
commitment to maintain the port complex’s economic 
competitiveness and jobs. Additionally, the “Economic 
Competitiveness” section in the final CAAP identifies that 
the Ports will conduct economic evaluations associated 
with specific strategy implementation efforts (e.g. truck and 
vessel rate studies and feasibility assessments). In addition, 
the Ports will work with the State and other stakeholders to 
evaluate ways to enhance our economic competitiveness 
and maintain our market share. Possible economic impacts 
are discussed in the CAAP supporting document, ‘Economic 
and Workforce Considerations for the Clean Air Action Plan 
Update.’”

In other words, we’ll see. 

Maintaining the two ports’ competitiveness and 
protecting the livelihoods of those who labor in Southern 
California’s maritime supply chain is a worthy goal. Doing 
so without driving business away is the trick. So a formal 
commitment to not biting off too much of the hand that 
feeds you is desirable, however vacuously vague the 
CAAP may be. 

“With respect to competitiveness and diversion, the Ports will 
work with the State and other stakeholders to evaluate ways 
to enhance our economic competitiveness and maintain our 
market share.”

This statement is borderline risible considering the 
extent to which the State of California has assiduously 
undermined the competitiveness of the San Pedro Bay 
ports by failing to maintain the state’s goods movement 
infrastructure. So long as the state is governed by 

Jock O’Connell’s Commentary: 
No One’s Standing Still  

Continued
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politicians who favor environmental activists over blue-
collar constituents, Sacramento’s position on the state’s 
maritime gateways will be determined by the California 
Air Resources Board, with the State Department of 
Transportation and the Governor’s Office of Business and 
Economic Development playing the dummy hand.  

The price of buying time. Sayeth the CAAP : “In order 
to give terminal operators ample time to purchase the 
necessary equipment and put it in use by 2030, the Ports 
have assumed a 5-year window for the installation of 
electrical infrastructure in the San Pedro Port complex from 
roughly 2018 to 2022.”

The ports estimate that terminal operators may have 
to spend between $914 million and $2 billion beyond 
what they would spend on diesel equivalents to convert 
their cargo-handling equipment to zero emissions. 
For an analysis stuffed with caveats about numerous 
uncertainties, that $914 million lower-bound estimate 
looks curiously exact. In any case, the range of estimates 
is inconsistent with estimates independently arrived at 
in the Pacific Merchant Shipping Association’s study by 
Moffatt & Nichol. Part of the deviation stems from the 

ports’ assumption that equipment can be replaced on a 
one-to-one basis. How this works when replacing tried-
and-true diesel equipment that can quickly be refueled 
with more experimental gear that may have to sit at 
recharging stations for hours is the rub.

And there’s that issue of timing. Some keen observers of 
San Pedro Bay port operations have advanced the notion 
that terminal operators could chose to adopt a wait-and-
see strategy, delaying acquisition of expensive new cargo-
handling equipment until near the end of their current 
leases. If, by then, the costs of doing business in the San 
Pedro Bay does not justify lease renewals, the ports could 
see a highly disruptive reshuffling of port operations 
occasioned by the departures or consolidations of 
terminal operators. 

One development that could accelerate that outcome 
could be a continued slide in the ports’ share of North 
America’s transpacific trade. The ports profess to be 
confident that passing on costs to BCOs will not drive 
appreciable amounts of cargo to other West Coast ports 
or through the enlarged Panama Canal to East and Gulf 
Coast ports. The point they seek to make is that the low-

No One’s Standing Still  Continued

U.S. East Coast (USEC) U.S. Gulf Coast (USGC) U.S. West Coast (USWC) Ports of Los Angeles 
and Long Beach (LA/LB)

2007 24.5% 5.2% 67.2% 52.1%

2008 27.2% 4.9% 67.4% 50.6%

2009 28.5% 3.5% 67.4% 50.9%

2010 28.9% 3.1% 67.4% 50.0%

2011 29.0% 3.5% 66.8% 50.5%

2012 29.0% 4.0% 66.2% 49.0%

2013 29.4% 4.3% 65.8% 49.4%

2014 30.5% 4.2% 64.7% 49.3%

2015 33.2% 4.9% 61.3% 47.7%

2016 33.8% 5.3% 60.5% 46.6%

2017 YTD 34.7% 6.0% 58.9% 46.0%

Exhibit 4  Shifting Shares of U.S. Containerized Import Tonnage from Far East, 2007-2017 (YTD September)

Continued

Source: U.S. Commerce Department
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cost, time-insensitive merchandise that would most likely 
be diverted to East and Gulf Coasts ports is already going 
through the Canal.

So, why then are the ports losing market share? In 
September, the two ports’ share of U.S. mainland 
containerized import tonnage was 28.9%, down from 
31.1% in August and from 29.7% a year earlier. 

Exhibit 4 (see preceding page) charts the shift in 
containerized import tonnage from East Asia at U.S. 
mainland ports over the past ten years. While East and 
Gulf Coast ports saw their respective shares grow from 
24.5% and 5.2% to 34.7% and 6.9% through the first nine 
months of this year, the San Pedro Bay ports saw their 
share diminish from 52.1% to 46.0%.  

The answer, in a word, is…

Competition. Early estimates of the impact the enlarged 
Panama Canal might have on maritime trade assumed 
that shipping lines would be cautious about challenging 
the container-handling capacities of East and Gulf Coast 
ports. That assumption soon evaporated as shipping lines 
devised ways of sending vessels with as many as 14,000 
TEUs through the new locks. And that has prompted port 
authorities and the Army Corps of Engineers to double-
down on expansion projects from Boston to Bayport. 

For example, as reported in the Journal of Commerce 
and other maritime industry publications, the Port of 
Charleston is engaged in dredging work that will provide 
the port with the deepest channel on the U.S. East 
Coast. Charleston has recently begun handling ships 
with capacities of 14,000 TEUs and has seen its share 
of Asian containerized imports rise from 2.1% in 2007 to 
3.5% through the first three-quarters of 2017.  The South 
Carolina Port Authority is upgrading its Wando Welch 
Terminal and expects to open a new Leatherman terminal 
in North Charleston in 2020. 

Savannah, which saw its share of the East Asian import 
trade grow from 5.8% in 2007 to 8.7% this year is 
deepening its 40-foot channel to 47 feet. Philadelphia has 
received finding to deepen its 40-foot channel to 45 feet, 

and the Army Corps of Engineers has approved funds to 
start deepening Jaxport’s channel from 42-feet to 47 feet. 
Plans also call for Port Everglades to deepen and widen 
its channel to accommodate larger container vessels. 
At Virginia, construction teams are making headway on 
the expansion at Virginia International Gateway. The first 
rail-mounted gantry cranes are set for delivery in January 
2018 and are scheduled to be operational by late April.

Landside developments are also improving the 
competitiveness of Savannah. In conjunction with CSX 
and the Norfolk Southern railways, the port is working to 
double the rail-lift capacity at its Garden City Terminal. 
That should enable the port to assemble more unit trains 
at the terminal and thus reduce shipment time to inland 
destinations like Memphis and Chicago by two days. 

At the East Coast’s largest maritime complex, the raising 
of the Bayonne Bridge roadway now permits 18,000 TEU 
vessels to call at container terminals in New Jersey. 
For a rhapsodic account of the bridge’s history and 
reconstruction, see Ian Frazier’s recent New Yorker article: 
https://www.newyorker.com/magazine/2017/11/13/new-
yorks-majestic-passage-in-the-sky

Houston last year handled 879 ships that averaged 1,450 
container moves per call but as many as 4,000 boxes. The 
port now reports regularly handling ships with a capacity 
of 6,000 TEUs but has lately been seeing vessels in the 
8,000 TEU range. 

Not all is well on the East Coast, though. The Port of 
Baltimore’s expansion plans had been contingent on 
moving double-stacked trains through the ancient Howard 
Street tunnel. However, CSX, the rail partner in the project, 
has now withdrawn from the project to raise the tunnel. 

Still, there’s plenty of competition for the Ports of Los 
Angeles and Long Beach to worry about as they embark 
on a strategy that is bound to drive up the costs of 
moving boxes through San Pedro Bay.

Jock’s comments are his own and do not necessarily 
represent the views of PMSA.

No One’s Standing Still  Continued
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Competitive pressures have been an ongoing theme in 
this monthly newsletter. Look no further than Jock  
O’Connell’s commentary this month discussing the 
strength of East Coast and Gulf Coast gateways that 
continue to chip away at San Pedro Bay’s market share 
and the potential challenges the updated Clean Air Action 
Plan bring. But there are also opposing winds blowing 
from Sacramento.

Earlier this year, the California Air Resources Board 
(CARB) directed their staff to expand their At-Berth Reg-
ulation. The regulation already covers containerships, 
cruise ships, and refrigerated vessels, requiring 80% emis-
sion reductions by 2020. That 80% requirement appar-
ently falls short in CARB’s eyes, but reflects the practical 
limitations of connecting and disconnecting a vessel after 
arrival and prior to departure and the need to accommo-
date vessels that do not visit California routinely. None-
theless, industry is complying with the rule, and ports and 
ocean carriers have spent hundreds of millions of dollars 
to meet the rule’s requirements at California’s major ports.

The recent regulatory concepts put forward will require 
every vessel to control emissions at berth for every call. 
This is worrisome on two accounts. First it would pre-
clude vessels that do not routinely visit California from 
using California ports because the incremental cost of 
compliance will be so high – and remember California 
ports operate in a globally competitive environment. It is 
not just other North American gateways competing for 
imports. It is also competitive on the export side; Califor-
nia competes not only with other North American gate-
ways to export American products, but California export-
ers compete against the products and ports of exporters 
in other nations in the global marketplace. 

This global competitiveness leads to the second con-
cern. The every-vessel/every-call regulatory concept put 
forward would also capture vessels currently outside the 
rule like break-bulk and dry-bulk. Break-bulk, dry-bulk, and 

other non-container vessels are often shipping commod-
ities with razor thin margins like scrap metal, aggregate, 
or agriculture. As a result, the commodities are extremely 
sensitive to small changes in cost. And these vessels 
are not the mega-ships we have grown accustomed to in 
the container trade. Instead, they are smaller, have a tiny 
fraction of the emissions, and the typical non-container 
vessel will call California maybe once a year, once every 
five years, or once ever. The nature of this type of shipping 
and the fact that it is not a liner service visiting the same 
ports repeatedly means that the cost of compliance could 
drive much of this business from California, hurting Cal-
ifornia businesses that rely on raw materials for produc-
tion or export raw materials across the globe. 

Most of California’s eleven publicly-owned ports are small-
er ports specializing in this type of international trade. 
As smaller ports, they also have less access to resources 
to implement new mandates from Sacramento.  Despite 
their smaller size, these ports have an enormous benefi-
cial impact to their communities. The Port of Hueneme 
recently estimated that auto operations through their port 
generate 2,770 jobs and $300 million in economic value. 

Under Pressure
By Thomas Jelenić, 
Vice President, Pacific Merchant Shipping Association
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Depending on how this rule amendment is crafted that 
community that relies upon the Port of Hueneme for the 
jobs and economic activity that it generates could be at 
risk.

Even at the giant ports of Long Beach and Los Angeles 
nearly half of all vessel visits are by non-containerships 
like smaller bulk vessels. This regulatory expansion could 
impact San Pedro Bay on all their commercial traffic. As 
a result, what happens in Sacramento will likely increase 
the competitive pressures facing California ports. There is 
no doubt that CARB staff is working to understand these 
complexities. Depending on their final solution, California 
ports can continue to serve as economic engines of the 
State or they can begin to take on a diminished role.

Some, but certainly not all, have been dismissive of these 
competitive pressures and loss of market share and have 
even gone as far to claim strong growth over the past de-
cade. As a gateway, San Pedro Bay will finally surpass its 
2006 pre-recession peak in 2017, primarily on the strength 
of the Port of Los Angeles. Port of Long Beach is also ex-
pected to exceed their own 2007 pre-recession peak (7.31 
million TEUs), forecasting a calendar throughput of 7.39 
million TEUs. Such heady volumes would put Port of Long 
Beach on course for 1% growth over the past decade. As 
comparisons with the past decade are inevitably made, 
one can only hope than this is not what the next decade 
holds. 

Under Pressure  Continued
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Container Dwell Time Increases Slightly In October

San Pedro Bay Weighted Average Inbound Laden Container Dwell Time in Days
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